Hornet Safetygram
from the Fighting

Swordsmen of VFA-32

hen was the last time, during the ORM por-
\X/ tion of your admin brief, someone admitted

it was a hazard that they were tired? Those
words are hardly ever spoken. When was the last time
you nodded off while listening to a brief? When was the
last time you flew while tired? Maybe we should ask
when was the last time you didn’t fly tired. The con-
straints on our time are numerous: ground jobs, SEFWT]
new tactics, families, significant others and social
obligations come to mind. Fatigue can be an everyday
occurrence in our lives; there just isn’t enough time in
the day to accomplish everything we need to do. But
how often do we identify fatigue as a serious risk to mis-
sion accomplishment? The intent of this safetygram is
to raise awareness on the hazard of fatigue.

We are well-trained professionals who would never
fly while drunk, but, we all find it acceptable, and
perhaps necessary, to fly when fatigued. These situa-
tions appear to be completely different, but upon closer
examination they are not.

Capt. Nicholas Davenport, MC, USN (FS) from the
School of Aviation Safety, conducted an informal review
of data from mishaps and hazreps from 1997-2002. His
review showed that fatigue was the second highest aero-
medical causal factor after spatial disorientation. Alcohol
was grouped with medication usage and illness—it was
located near the bottom of those causal factors. This
would lead us to believe that fatigue is a much more
serious risk than alcohol use, but common sense tells us
otherwise. As Capt. Davenport points out in his paper
“Fatigue in Naval Aviation,” aviators correctly observed
that this data is skewed, since we know better than to
fly while drinking — it’s prohibited by NATOPS. If you
look at Chapter 8 on rest, sleep and flight time (see
page 11), you'll find some suggested guidance on what
is ideal, but little in the way of mandated rules. So the
denominator for flying while drunk is much smaller
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than it is for those flying fatigued—we know better!
That’s why it appears that fatigue is a greater risk—the
number exposed to this hazard is much greater.

There have been many studies on the comparison
of fatigue and alcohol on psychomotor performance.
Collectively, the research shows that alcohol and fatigue
produce similar levels of performance degradation. A
1997 study by Australian researchers, as reported in
the publication Narure, showed that at 21 hours with-
out sleep, the effect on performance was equivalent to
someone who had a blood alcohol content (BAC) of .08,
legally drunk. While you may view this as an extreme
situation, the equivalent BAC of someone who had 18
hours of wakefulness was approximately .06. Recall, 18
hours is the maximum authorized crew day according to
OPNAVINST 3710.7T

Now that we know the risks associated with fatigue,
we need to address the symptoms that we may see in our
squadronmates. Since we have all experienced fatigue,
these will look familiar: irritability, mood deterioration,
reduced patience, impaired communication, reduced
attention, increased tolerance for error and risk, task
fixation, reduced motivation, increased reaction times,
and nodding off. It is essential to recognize these telltale
signs in others because we then have the ability to inter-
vene and prevent a mishap.

In addition, we have a personal responsibility to
prevent fatigue in ourselves. By making the proper deci-
sions that allow us to get a restful night’s sleep, we can
both reduce the potential for mishaps because of fatigue
and increase our combat effectiveness.

Fatigue is a hazard that will never go away. 1 hope this
safetygram has raised awareness and fosters discussions in your
ready rooms. Your squadron flight surgeons are your best source
of information regarding fatigue and will offer more insight
and controls to mitigate the risks.—LCdr. Pete Hagge, VFA-32

safety officer.

Approach




THE BOOK SAYS...

BL.3E1 Rest and Sleap

83211 Right Crew and Flight Support
Personnél. Commanders should make svailable
clght beowrs for shoep during every 2-bour period.
Schedules will be made wilh dee consideration for
wenich standing, collateral dmics, training. and off-duty
pctivilies.

B8.32.1.2 Flight Crew. Ground Gme befween Bigh
iperations should be seifficient to allow Hight crew oo
and ohisis ot leasi § hows of snimerrupiod rest. Flight
arew shotild nol Be schedielled for contirmom alert mdéor
fight doiy (required swake) in excess of 18 hosn, 17 i
econis becsisary o eaoeed the |B-bour noke, 15 ours
off continuous off-dty time shall be provided

8.32.1.3 Circadian Rhythm, Circadian rhythess
are cyclic Muctuasions of oamaoness body fenctions that
are =2l Hke a “hiological clock” w o local tnse or
shorpiawakeo periodi. Chasging local sheopfawake peri-
cids or repidly crossing more then three Bme soncs
diirupts circadian rhylhens and can cawse a marked
decrease in performance. This condiilon, called “jet
lag.™ it comnpounded by lllness, Fatigwe, or dugs, sed i

MMHIH{“ 1 day For ewery haowr in exomss
off X, Accommesdation heging when & sew dally rssting
grounded but cam be expected o perform a1 o bess then
optimal level. Closer observation by the Might surgecn
during the period mey he desirable.

8.3.22 Flight Time. Precise delincation off Might
timee limilations it imgractical im view of the varied
condithorns. cacoundernd in Might operations. Required
peelightiposaflight crew duty time mest be gives duc
mmﬁmwmmwn
assisi commanding officers:

= Duily flight time shogld mct normally cxceed
three Nights of 6-1/2 wtal hours Night time for
Might personnc] of single-piloied aircradl. Individ-
ual fght tirme for Alght persoan] of other atreral
should not normally cxosod 1X howns. The
limitnthons asveme @ sverspe requiremest of
4 ot provend time for briefing and debriefing.

b Weekly mandmum flighi tkme for (ight personned
of single-piloted sireraft should mot mormally
exoeed 3 bowrs, Totsl individual flight dme for
Might perscnnel of oer sircraft should not
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excond 30 bowr. When practicable, Might person-
nel should niot he assigsed MHght duthes on mon
thasm f oormecutive days.
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Fipure 8-4. Maximum Recommended Flight Time

. “’h:n.d:l:ll:qm:d'qnﬂmmquhuird]ﬁ;-l
Might time |n excess of the gusdelines in
Figure B-4 or paragraphs §.3.2.2.a and 8.3.2.2h,
Maght personnel shall be closcly monisored and
specifically cheansd by the commanding alficer on
e advion of the flight sargeon. Aviation-capabls
ships that do ot have sceess 1o flight surgeons for
walving fight time limitstions should wtilize
aviilable pemeral medicel officers for medical
evalumion. Commens should be made wilh
regand o steeis level and sdequacy of rest and
sutrition. Authcrizstion {rom the squadron com-
masding officer amd Maght ssgeon can thea be
made via metsage. Commanding officers should
masae equitsble disributcn of Might dme com-
mibenents among assipned Might personnel, com-
mesenrate with sdditional groesd doties that ench
muy he assigned.

Hote

Flight operations. involvisg conloer, nep of
the camh, chomical deltnes pear, night and
night viskon devices, and adverse emviron-
mental fctors (et cloud oover, procipita-
ticw, g, ) are Enherenily more siressful aed
demanding than Mying day YFR. The resall-
it fatigue may have & profound physiclagl-
call effect upon mission capabilin: Mission
planners should wke this physiclogical
Uhresal imlis scoouni in making madificatioos
oy ecoreraall cverw resticrew day guldelines,




